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1.0 INTRODUCTION

Marshall Macklin Monaghan Limited (MMM), in partnership with Atlantic Road and Traffic
Management (ARTM), has been retained by the Halifax Regional Municipality (HRM) to
undertake a high level investigation of the potential for use of the Canadian National (CN)
railway corridor to facilitate either commuter bus or truck freight traffic to downtown
Halifax.

Commercial truck traffic in Halifax relies heavily on the urban arterial road network to
facilitate the movement of goods from the port facilities located in the South End to the
freeway network and the rest of the Province.  As rail traffic associated with the port facilities
in the rail cut is declining, truck freight traffic is increasing on the peninsula.  This increase in
truck traffic has negative impacts in terms of noise and vibration as well as congestion on the
area streets.  The need exists in Halifax to improve the trucking connections to and from the
port facilities.

Figure 1 illustrates the study area and the rail corridor.

1.1 Scope of Study

This study has been intended primarily to determine if it is feasible to use the rail corridor as
a route for vehicular traffic as well as train traffic. It has focussed on an investigation of
potential options for use of the railway corridor to accommodate either commercial truck or
commuter bus traffic.  This report presents various alternatives in terms of typical cross
sections and evaluates the feasibility of each cross-section and operational strategy in the
corridor.  Opportunities for connections to the arterial street network are evaluated and
preliminary cost estimates have been developed for the feasible alternative.

The corridor currently accommodates double-stacked container cars. On the basis of this
operation, it can be assumed that sufficient vertical clearance exists to accommodate trucks in
the corridor.

The report also addresses alternatives to use of the rail corridor as a TruckWay.

1.2 Other Relevant Projects

Halifax Urban Greenway

The Halifax Urban Greenway is a concept for an urban walking trail using the CN rail cut
from Chebucto Road to Young Avenue. The intention is to create a trail that extends from the
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Armdale Rotary to Point Pleasant Park.  It is understood that at some locations, the Greenway
concept includes passing the trail under the bridges over the rail corridor.

At present, the Greenway has no official status.

Urban Transportation Showcase Proposal

HRM is has been successful in its proposal to the federal Urban Transportation Showcase
program for transit priority into downtown Halifax. While the original proposal included
consideration of the rail corridor, it is understood that the current proposal does not address
the rail corridor.
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Figure 2
Source: www.dot.state.ak.us/creg/whittiertunnel

2.0 RELEVANT PROJECTS IN OTHER LOCATIONS

Two projects have been reviewed to summarize similar experiences in other jurisdictions.
These are the Whittier Access Tunnel project in Alaska and the Detroit River Tradeway
Project between Windsor, Ontario and Detroit, Michigan.  Both of these projects
accommodate vehicle traffic in an existing rail corridor, and thus demonstrate that it is
feasible to accommodate truck and other vehicular traffic together with rail traffic, through
various combinations of geometric design and traffic signal systems. There is no legislative
or operational obstacle to this type of combined operation in principle.

The following sections describe these projects in greater detail.

2.1 Whittier, Alaska Access Tunnel

This US$57-million facility is the longest rail and highway tunnel in North America. The
existing rail tunnel was enlarged to accommodate highway traffic along the existing railbed
in a dual street rail-road concept.   Figure 2 illustrates the cross section of the tunnel.

The tunnel is the only land connection between Whittier, Alaska and the rest of the State.
Cars would enter and exit the town only by riding railroad flatcars through the 4.2-km tunnel.

The volume and future demand of
rail and highway traffic was deemed
compatible for a street-railroad
scheme. The concept gained support
from local governments and the
Alaska Rail Road Corporation
(ARRC) because the project would
promote economic development in
Whittier and the cities along the
Alaska Marine Highway System on
Prince William Sound.

Traffic control of the facility is a key
concern because it operates as a one-
way facility. Two control systems
were designed to operate vehicle and
train traffic respectively. The tunnel
control system (TCS) monitors and
controls all of the tunnel systems,
including vehicle detection,
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Figure 3
Source: www.thetradeway.com

surveillance, illumination, ventilation, driver information, highway signals and gates. Train
signal system (TSS) monitors and controls train movement, switches, track conditions and
signals. These two systems are vitally interlocked. When the tunnel is being used by vehicles,
the TSS is locked out, and trains are prohibited from entering the tunnel area by diversion
tracks. The tunnel can only accommodate highway traffic in one direction at one time,
therefore traffic is held at staging areas at each end, and the two directions of traffic flow then
alternate. A traffic signal at the end of each lane will signify when vehicles from that lane can
enter the tunnel. The signal is co-ordinated with an access control gate system.

The highway surface is constructed of durable concrete panels, capable to withstand severe
freeze-thaw conditions. The rails are embedded in panel grooves and fastened down with
elastic rail clips. The centreline of the highway tunnel is offset from the tracks so that the
wheels of vehicles will straddle the track structure.

Because train schedules will vary, a daily updated schedule is used to show the times during
the day when highway vehicles can use the tunnel.  The schedule is available on the official
website. The daily schedules forecast three days in advance the periods that the tunnel will be
closed for train use.

The size of vehicles that can pass through the tunnel is limited to a maximum of 10 feet wide
(excluding mirrors), 14 feet high and 75 feet long.

2.2 Detroit River Tradeway Project

The Windsor-Detroit border crossing is one of the world’s busiest border crossings, however
the existing twin tube rail tunnel is not able to accommodate modern, double-stacked cars
due to its height restrictions, and is
currently underused. As
owner/operator of the rail tunnel
and corridor stretching from
Highway 401 in Windsor to I-75 in
Detroit, the Detroit River Tunnel
Partnership (DRTP) has
engineering and design studies
underway to convert the existing
rail tunnel into a state-of -the-art,
2-lane truck tunnel and TruckWay.
A new, second tunnel would be
built for modern, double-stacked
rail cars.   A concept sketch is
illustrated in Figure 3.
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Restricted to commercial truck traffic only, the TruckWay proposes to provide a direct
connection between Highway 401 in Windsor and I-75 in the Detroit with future access by
trucks traveling the City’s proposed EC Row – Highway 401 link. At 14.5 km in length, the
DRTP’s TruckWay will be the shortest and quickest Windsor-Detroit route with no cars or
traffic signals and regulated speeds to reduce emissions. The existing rail yards will be
redeveloped as the TruckWay’s modern, processing and clearance centre where Canada and
U.S. customs will co-locate. Shipments will be processed via 28 inspection lanes, 14 for each
country, automated tolling and electronic clearance systems. Trucks will travel the entire
route enclosed in a secure, fenced perimeter monitored by advanced surveillance technology.

The proposed TruckWay will significantly improve trade flow in the Windsor-Detroit border
and ease truck queues at the world’s busiest border crossing.
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Figure 4

Figure 5

3.0 EXISTING CONDITIONS

A site visit was undertaken by MMM staff on February 12th and February 13th, 2003 to
investigate the feasibility of truck or bus traffic in the corridor.  This site visit included a
review of the entire rail corridor and photographs were taken at key locations to document
the existing corridor conditions.

3.1 Existing Corridor Conditions

The CN rail corridor is approximately 6.9 km in length from the Ocean Terminals and
Halterm port facilities in the South End to Kempt Road in the North End. The corridor
generally consists of one rail track that is situated in a deep rock cut (approximately 8 m deep
in its deepest location).  CN has undertaken significant work in the corridor recently to
accommodate the height requirements of double-stacked containers.  This work involved
lowering the existing rail line so that the containers could fit underneath the existing bridge
structures in the corridor.

At the South End of the corridor leading into
the Ocean Terminals and Halterm port facilities
(Figure 4), the corridor is very wide and
accommodates additional storage tracks. The
existing Young Avenue and Tower Road
bridge structures are situated high over the
tracks and there are no obvious physical
constraints limiting the implementation of a
potential roadway in this area.

The section between Robie Street and Quinpool
Road represents typical conditions in the
corridor.  The corridor in this area is generally
situated in a rock cut with one active and one
unused rail track (Figure 5).   The corridor
formerly contained two rail tracks in its entirety
until recently when one track has been lifted.
A portion of this second track remains in the
southern part of this area and is used mainly for
storage of trains.  Based on base mapping
provided by HRM, the corridor has a right-of-
way (ROW) that ranges from a minimum width
of approximately 30 metres to 45 metres (~100
to 150 feet) with adjacent residential land uses.
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Figure 7

The potential physical constraints identified in this area are the existing bridge structures.
This section of the corridor also contains some of the narrowest sections of the rock cut, in
the vicinity of Jubilee Road.  A typical cross section of the corridor at a bridge structure in
this area is illustrated in Figure 6.

The rail corridor between Quinpool Road and Kempt Road varies between being situated in
the rail cut and in open areas. Moving north beyond Quinpool Road, the corridor approaches
level grade. At Chebucto Road, the corridor
crosses overhead via a bridge structure
adjacent to the Armdale Rotary. The adjacent
land uses in this area consist of residential and
various commercial uses (see Figure 7).
Beyond Mumford Road, the corridor is again
in an increasingly deep cut. The depth of the
cut reduces as the corridor approaches Joseph
Howe Drive, where a siding splits off and
crosses Joseph Howe Drive. From Bayers
Road to Kempt Road, the adjacent uses are
primarily commercial and industrial. The
potential physical constraints in this area are identified as the existing bridge structures over
the corridor and the rail bridge over Chebucto Road.

3.2 Existing Rail Operations

The existing train schedule has been obtained for the rail corridor and is summarized in
Table 1.   The table outlines the times during the day when the corridor is occupied by a train
travelling in either direction.

TABLE 1
EXISTING RAIL SCHEDULE

Time Occupying Corridor
Westbound

VIA 15 1:00 p.m. to 1:30 p.m.
CN 121 2:30 p.m. to 3:00 p.m.
CN 149 6:00 a.m. to 7:30 a.m.

Eastbound
VIA 14 3:30 p.m. to 4:30 p.m.
CN 148 3:00 a.m. to 3:30 a.m.
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Table 1 shows that there is a significant amount of time available during the day when the
corridor is not in use by a train essentially throughout the morning and in the evening. In the
morning, there is one westbound train between the hours of 6:00 am and 7:30 a.m.  The
corridor is vacant the rest of the morning until 1:00 p.m. when VIA operates a train
westbound out of its Hollis Street station.  The corridor is then used on and off between 2:30
and 5:00 p.m. for CN freight trains and light running of locomotives. The evening and early
morning time slots are also vacant with one CN train eastbound at 3:00 a.m.

Locomotives travel along the track from Bedford to the Ocean Terminals and Halterm port
facilities in order to provide power for the departing trains. Typically these locomotives
would travel down the corridor within an hour prior to the departure of the train.

It should also be noted that the second, unused track is currently used for rail car storage.
This is understood to be an issue for CN. The reduction in number of trains (understood to
have occurred earlier this year) has resulted in the need for increased number of rail cars to
be stored in close proximity to the Ocean Terminals.

It is also understood that Via Train #14 (eastbound) tends to be persistently late, because it is
the end of the run. Nevertheless, it does not change the fact that there is a significant amount
of time available for commuter buses and trucks, with no interference from trains.


